STATEMENT OF ROBERT HENRI BINDER, DEPUTY ASSISTANT SECRETARY FOR POLICY
AND INTERNATIONAL AFFAIRS, DEPARTMENT OF TRANSPORTATION, BEFORE THE
SUBCOMMITTEE ON AVIATION OF THE SENATE COMMERCE COMMITTEE CONCERNING USE
OF THE CIVIL RESERVE AIR FLEET, WEDNESDAY, MAY 19, 1971.
Mr. Chairman and Members of the Committee:
I appreciate this opportunity to appear before you today to discuss
the use of civil air carriers for the transportation of Government traffic.
The subject of these hearings is a matter of considerable interest
to the Department. Under the Department of Transportation Act and other
statutes administered by the Department, the Secretary of Transportation is
responsible for exercising leadership in transportation matters, including
those affecting the national defense and those involving national emergencies.
The Secretary also is responsible for consulting with the heads of other
Federal agencies on the transportation requirements of the Government,
including the procurement of transportation or the operation of their own
trensport services in order to encourage them to establish and observe policies
consistent with the maintenance of a coordinated transportation system. 1In
fact, one of the basic reasons for the establishment of the Department was
to facilitate the development and improvement of coordinated transportation
service, to be provided by private enterprise to the maximum extent feasible.
The question of the appropriate use of civil air carriers for the transport

of Government shipments has implications touching upon all of these respon-

sibilities and policy matters,

DOT REVIEW OF CRAF PROGRAM

To understand the specific responsibilities of the Department of Trans-

portation under the Civil Reserve Air Fleet (CRAF) Program, it is necessary
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to refer to an agreement reached between the Secretaries of Defense and
Commerce in 1963 (which updated the earlier arrangement reached between
them when the CRAF program was initiated in December 1951). In that 1963
Agreement, responsibilities were assigned to the Director of the Office
of Emergency Transportation in the Department of Commerce, the Assistant
Secretary of Defense for Installations and Logistics, and the Secretary of
the Air Force. A copy of the text of that agreement is appended as Exhibit
1. Of particular relevance here, it states that the Secretary of the Air
Force has '"responsibility in matters relating to .... contractual relation-
ships with air carriers."

When the Department of Transportation began operations in 1967, we
assumed the responsibilities for the preparation of plans for the allocation,
including pre-allocation, of civil air carrier transportation to meet national
emergencies. These responsibilities are exercised in the following manner:
The DOD emergency requirements for civil airlift -- which under CRAF constitutes
a pre-allocation of specific civil aircraft to DOD in the event of an emergency
-~ are prepared by the Air Force, and submitted to the Department of Transpor-
tation. They are projected for various time periods up to one year in advance
and are stated in terms of the numbers of aircraft and type for the time
periods involved. This projection of requirements is analyzed by DOT in the
light of other forecasted essential emergency requirements and in light of
projected civil aircraft production. Following this analysis, the Air Force
is informed as to whether or not its requirements can be met. Based upon
this planned commitment, the Air Force intermittently requests that certain

specific aircraft be added to CRAF and that certain aircraft be deleted to
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keep the program in balance. On a quarterly basis, DOT publishes an allo-
cation notice which identifies by carrier, type of equipment, and tail
number, the aircraft committed to the CRAF program. For your information,
as of May 1, 1971, there were 429 aircraft in the CRAF program. This allo-
cation breaks down into 322 aircraft for long-range international use, 46
for short~range international, 43 for domestic and 18 for Alaska.

Aside from the emergency aspect of the program for which rather formal
and detailed procedures are established, the Department has a vital interest
in the impact of CRAF, not only during emergencies, but at other times, on
the development and improvement of our total transportation system in general,
and the civil air carriers in particular.

From the standpoint of the individual carrier, the amount of aircraft
lift capability committed by that carrier to CRAF is important, because it
is this commitment that largely determines how much of the military air move-
ment business will be offered to that carrier in times of non-emergency. DOD
contract alrlift services in 'peacetime" are procured only from air carriers
participating in the CRAF programs and then only in accordance with a formula
which recognizes the emergency commitment of each of the participating car-
riers. In essence, a carrier's share of the DOD '"peacetime' airlift business
is dependent upon how many\egf the types of ailrcraft that DOD wants, the

carrier is willing to commit to emergency utilization.

IT
CIVIL AIR CARRIER PARTICIPATION IN THE AIRLIFT PROGRAM
The participation of CRAF aircraft in the international movement of

military traffic has varied over the years. In terms of the dollar revenues
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earned by the civil air carrier industry as a whole, Table 1 shows the
trend that has disturbed the industry. Clearly, the dollar amount spent
on cargo carriage dropped sharply from $282 million in FY 1967 to $40
million in FY 1971. As Table 2 shows, this is partly due to a decrease

of air cargo from a high point of 725,000 tons in 1969. The drop in the
use of CRAF planes for cargo carriage is due to both the drop in air cargo
and prior decisions to increase military airlift capacity. The necessary
use of this capacity for training and other military readiness purposes has
also led to the present levels of the use of commercial cargo carriers for
military purposes.

In hearings before the Congress last year, the Military Airlift Com-
mand stated that future peacetime 'cargo requirements will be purchased from
commercial sources only to the extent needed to satisfy the cargo require—
ments (which remain) after utilization of military airlift capability."

As Table 2 shows, the total number of tons of cargo moved by CRAF
aircraft is now twice what it was eleven years ago. It rose from 20,000 in
fiscal year 1960 to a peak of 202,000 in 1967, tapered off to 104,000 in
1970, and dropped to 39,650 in 1972.

Over the same period, the organic military airlift trebled in size:
from 149,000 tons in 1960 to 449,000 in 1972. In percentage terms, however,
the civil cargo airlift ran from 12 percent of the total military cargo in
1960, to 33 percent in 1967, down to 6.6 in 1971 and 8.1 in 1972.

On the passenger side, Table 2 shows that civil carriage of passengers
in 1972 will be four times the number carried in 1960, and 88 percent of the

total compared to 43 percent twelve years ago.
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With the low commercial cargo percentage figures in mind, let us
recall that portion of the Declaration of Purpose in the Department of
Transportation Act that speaks of the provision of coordinated transpor-
tation service ''to be provided by private enterprise to the maximum
extent feasible.'" Let us also recall the testimony before this Committee
earlier this year on the financial condition of the airline industry, parti-
cularly including the testimony of Assistant Secretary of Transportation
Charles D. Baker: '"Every segment of the air carrier industry lost money
last year, and the industry's forecasts predict a worsening trend, or at
best, only a slight recovery over the next year or two."

We apprecilate fhat any aggravation of the current financial condition
of the air carriers would be a serious matter, not to be taken lightly. We
therefore welcome this opportunity to focus more clearly upon some of the
basic policy questions that we believe are associated with the use of DOD
aircraft to move military cargo.

Perhaps the most basic question is whether the peacetime utilization
of civil air carriers for military airlift requirements is a matter of national
policy? To what extent should DOD's organic air fleet be operated in compe-
tition with private industry?

We believe that it has been a matter of national policy, and that it
should continue to be national policy, that civil air carriers should be used
for military airlift requirements in peacetime to the maximum feasible extent.
As Secretary Volpe recently stated: "In the interest of overall efficiency
and economy, I strongly support the fundamental policy that our commercial air
carrier fleet should be utilized for military airlift in peacetime to the maxi-

mum extent possible."
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We must, of course, address the question of defining what is the
"maximum extent possible", and in this process, we do not believe it
possible to ignore the organic airlift capability of the Defense Depart-
ment: It is a given, and it is substantial.

The national defense purpose of that organic military airlift
capability is, of course, the principal province of the Department of Defense.
Assistant Secretary Whittaker's testimony for this hearing explains this
military purpose.

On the other hand, it is clear that the creation, maintenance, and
operation of a substgntial organic military airlift capability can have an
important effect upon the civil air carrier fleet, and it is this we consider
to be a principal province of the Department of Transportation,

We continue to adhere to the policy to use private air carriers to
the maximum feasible extent for the carriage of military cargo, but in deter-
mining that feasibility we must make decisions in light of prior decisions
to procure military airlift capacity.

When there is an organic military airlift capability in being, as is
the case today, the Department of Defense should demonstrate thét from the
taxpayers' standpoint these military planes are flying in any event (on
training missions) and can carry military cargo at low cost. Indeed, this
is one major thrust of Assistant Secretary Whittaker's testimony.

However, this raises a fundamental question: Does the use of existing
military aircraft in lieu of civil air carriers result in adequate military
readiness, the best utilization of the nation's transportation resources, and

provide for the transportation of cargo at the lowest cost to the taxpayer.
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This fundamental question should not be limited to cases where
there is existing military equipment that will be used in any event for
military training or other reasons. An earlier and possibly more effec-
tive point for the policy to be considered and applied is the time when
it is proposed to add equipment -- be it planes, ships or whatever -=- to
maintain or increase the GovernmentVs organic 1lift capability.

A related and most important question is what impact the greater
reliance on military aircraft for cargo carriage will have on the incentive
and ability of air carriers to support and contribute to CRAF? While the
capability of military aircraft may be on the rise, and may become more of
a match for airlift ﬁeeds during relatively slack periods, will greater
reliance on such aircraft to the detriment of commercial aircraft serve
to decrease the combined capability of military and commercial aircraft
to meet emergency needs? In an exchange of correspondence with the Defense
Department last year, we covered this point and other matters. (I have for
inclusion in the record (Exhibit II) Assistant Secretary Baker's letter of
July 13, 1970 and Deputy Assistant Secretary Riley's response of November
17, 1970 (some classified portions excised)). While Riley there stressed
that contingency planning is a most uncertain business, he also observed
that it "would be premature to assume that NOD's normal peacetime utiliza-
tion of the air carriers in the 1970's will not suffice to maintain the
needed mobilization base."

On the other hand, while we defer to the Defense Department for the
jdentification of the needed mobilization base, we must also note here the
earlier testimony of the Alr Force before the House Armed Services Committee

in January 1970 that "current firm orders for aircraft do not indicate
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projection of enough convertible or cargo aircraft to fulfill projected
wartime requirements.” They added that ''the cargo capability of every
convertible or cargo aircraft will be added to the CRAF until requirements
are satisfied."

Mr. Chairman, that concludes my prepared statement. I will be

happy to answer any questions the Committee may have.



EXHIBIT I

MEMORANDIM OF UNDERSTANDING
: By and Between
THE SECRETARY OF DEFENSLE AND THE SECRETARY OF COMMEXCE
With Respect To
THE CIVIL RESERVE AIR FLEET PROCRAM

CENERAL

Under Executive Order 10999, the Secretary of
Commerce is charged with developing plans for a national
progran to utilize the air carrier civil air transportation
capacity and equipment in a national emergency. During
such an emergency and at other times, there is a recognized
need to operate a substantial part of such capacity and
cduipment in providing airlift exclusively for the Depart-
ment of Defense, |

A plan for meeting the Defense requirements during'a
formally declared national emergency was initiated by
joint agrecment between the Secretaries of Detfense and
Commerce on December 15, 1951, This plan is known as the
Civil Reserve Air Fleet (CRAF) Plan, |

To meet its requirements for air carrier civil air
transportation capacity and equipment during periods other
than a national emergency, the DOD makes provision theretor
by coniractual arrangements with individual air carriers
which are members of the Civil Rescrve Air Fleet,

To assure timely responsc of air carrier civil air
transportation capzcity and equipment i; the wide range o7F
rossible contingencies whicih wmuy confront the DOD and

requive air carvier civi) airlift seyvica support,



conceptual changes regarding the éctivation of the Civil
Reserve Air Fleet not envisaged at the time of the
original agreement between the Secretaries of Defense'and’
Commerce have had to be adbpted.

This agreement recognizes such changes and defines
responsibilities of officials of the Department of Defense
~and Commerce accordingly, |

INCREMENTAL ACTIVATION

There is a requirement for incremental activaticn of
the Civil Reserve Air TFleet (CRAF) to meet varying defense
emergency needs for civil airlift augmentation to the military
airlift capability., To this end four stages of civil air-
1ift operations are recognized beginning withAthe normal
day-to—day civil airlift augmentation obtained under MATS
.fixed contract covering domestic, international, and overseas
requirements, and ending with the full implementation of
CRAF, FLach of the four stages is identified and will be

implemented as described in Annex A.

RESPONSIBILI%IES .

1, The Diréctor of fhe Office of Emerpency Transporta-
tion is the action agent for the NDepartment of Commerce
and has the responsibility for deVGIOping plans for a
national program to utilize the air carrier civil air trans-
portation capacity and equipment, both domestically and-
internationally, in a national emergency, particularly in

the following arcuas concerned with:
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a, Obtaining from the Department of NDefense,
the Civil Aeronautic§ Board, and other agencies, and
analyzing requirements for the services of air caprier:
aircraft for essential military and civilian use. |

b. Allocation of air‘carrier aircraft to meet
- the neecds of the Departmenf of Defense for military
opcrations and the Civil Aeronautics Board for essential
civilizan needs,

c. Providing aviation war risk insurance
coverage as arppropriate.

2. The Assistant Secretary of Defense (Installations
and Logistics) is the éction agent for the Department of
Defense in matters relating to (a) airlift requirements
aind (L) pulicy courdination, He will serve as the primary
Department of Defense point of centact with the Offiée of
Emerygency Transportation.on all such matters.

3. The Secretary of the Air Force is the action
agent for the Department ‘of Defense and has respon51u111tv
in matters relating to:

a, All cperational planning in connection with
the use of CRAF aircraft pre-allocated or allécatcd by
the Officc of Emergency Transportaiicn, Department of
Commerce,

b, Determining suitabilivy of aircrafr for
allocation,

o Lxergls1nv operaticnal control over allocated

CopL o
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d. Contractual relationships with air carriers,

RELATIONSHIPS

The Director of the_Office of Emergency Transportation
and the Executive.nirector of the Single Manager Operéting
Agency for Airlift Service (Cdmmander, MATS) will collaborate
and coordinate concerning’thé CRAF allocation, Thereafter
the aforementioned Executive Director (Commander, MATS)
will keep the Director, Office of Emergency Transpcrtatioh
advised in the following areas:

a. The status of contracts or other arrangements
for the use of CRAF resources,

b. The numbér of aircraft by carrier, type and’
registration number, committed within the respective stages
cf peacctinc contracts.

c. Upon the determiration of an airlift emergency,
the number of aircraft by carrier, type and registration
number, activated and utilized under the terms of the
peacetihé contracts,

| d. .The availability of CRAF aircraft for other
employment when military requirements permit, -

This Memorandum supersedes Memorzndum df Understanding
between the Secretary cf Defeuse and the Secretary of
Commerce dated Decémber 1%, 1651, and regulations and pro-

cedures issued pursuant thercto,



'This Agreement, executed this _8th day of

Aupust , 1963,

L &%/
Secretary of Defense Secretary of Commerce

1 Attachment :
Annex A - Incremental
Activation






STACES

Peacetime
Operations

Airlift
Emergency
Stage 1

Airlift
Emergency
Stage. Il

Airlift
Emergency
Stage IIf
Lctivation
of CRAF

INCREMENTAL ACTIVATION

DESCRIPTION

Perform airlift service in sup-
port of deployed forces.

When reauired to perform airlift
services for DOD operations in
support of, but not confined to,
counterinsurgency activities and
localized emergencies.,

When required to perform airlift
services for DOD operations in
support of, but not confined to,
limited wars,

When required to perform airlift
services for DOD operations
during major military engagements
invelving i, S. forces (limited
or gcneral war),

ANNEX A

AUTHORITY

Executive Director,
Single Manager
Operating Agency

for Airlift Services

Secretary of Defense

President of the
United States

Declared National
Emergency-
Secretary of
Defense, or in
accordance

with. the conditions
of the contracts,






FXHIBIT TII

July 13 1970

Honorable Barry J. Shillito
Assistant Secretary of Defense
(Installations and Logistics)

Department of Defense
Washington, D. C. 20301

Dear Mr. Shillito:

In an exchange of letters with Mr. William M. Allen of the Boeing Company
(copies enclosed), the Secretary of Transportation has agreed to undertake

a review of current Civil Reserve Air Fleet (CRAF) policy and an appraisal

of what changes, if any, may be required in order that the CRAF program

will be fully responsive to the requirements of national defense in the

1970s. An initial conference between representatives of DOD (Mr. Caputo

and Mr. Perry) and DOT (Mr. Ira Dye and Mr. Donald Leavens) on this subject
was held on April 17, 1970, prior to the Secretary's reply to Mr. Allen

of April 23, 1970,

The Secretary has asked me to look into the suggestions made by Mr. Allen
as well as other issues that may be pertinent to the problem. However, it
appears to us that answers to the questions raised hinge primarily upon the
determination of a national policy with respect to the utilization of the

CRAF participants for Military Airlift Command (MAC) Airlift requirements
in the 1970s. In order to aid in the establishment of a national policy,
answers to the following questions are requested:

1. For FY 1971 through 1979, by years, what are the projected total

tons and passengers of MAC airlift requirements and what percentage of
the total tons and passengers, by years, is planned to be carried by MAC's
organic fleet and how much is planned to be carried by CRAF participants?
What are DOD's criteria with respect to the determination as to whether an
airlift movement requirement is handled by MAC contract aircraft or by
MAC organic aircraft?

2. Can the projected wartime requirements for military airlift be met
solely by MAC's organic fleet and Civil Reserve Air Fleet? How much of
the military airlift requirements in wartime will be in support of combat
needs and how much will be in support of other essential purposes not
directly related to combat operations?



3. 1Is there a floor in the amount of international and domestic MAC
traffic which will be extended to CRAF participants below which DOD does
not plan to go? What is the floor shown separately for international and
domestic traffic?

4. New generation wide=-bodied civil aircraft will significantly increase
the national airlift capability., What effect will this increased civil

airlift capability have on DOD's peacetime utilization of MAC's organic
fleet and CRAF participant aircraft? What will be DOD's operational policy
for the C-5A's with respect to peacetime airlift? What impact will this
policy have on the peacetime allocation of military airlift traffic to

CRAF participants?

5., If there is a significant decline in DOD's peacetime utilization of
CRAF participant aircraft, what changes or additional incentives should
be planned in order to assure the availability of civil aircraft in
sufficient numbers to meet military wartime requirements? In addition
to administrative actions which can or may be instituted, what new
legislation or changes to existing legislation should be considered?

Should you desire, we will be pleased to discuss these questions further.

To facilitate communication between our Departments on this matter, I have
assigned Donald C. Leavens of my staff as project officer., He may be
reached on Dial Code 13 - Extension 25678, In order for me to provide
timely advice to the Secretary on this subject, an early reply will be
appreciated.

Sincerely,

Charles D. Baker
Assistant Secretary
for Policy and International Affairs



17 November 1970

Honorable Charles D. Baker
Assistant Secretary for Policy and
International Affairs
Department of Transportation
Washington, D. C. 20590

Dear Mr. Baker:

This refers to your letter of July 13, 1970 and discussions between
members of our respective staffs with a view to assuring that the
CRAF program will be fully responsive to the requirements of
national defense in the 1970s,

The attached summary provides the most reliable answers possible
at this time to the questions which were raised in your letter. You
will recognize that, to the national defense, transportation is a
service, supporting a combat activity, which must be responsive to
whatever changes may arise in the combat environment. '

Specific requirements during contingency periods are difficult to
estimate in advance since we must contemplate a great range of -
possible contingencies and combinations of contingencies. Moreover,
if a major contingency does arise, its exact nature will be determined
in large part by the action of others. Thus, only when a contingency
has arisen can the United States Government determine what course of
action should be followed for national defense, precisely what airlift
this requires, and on what timetable, and finally how productive our
airlift resources can be under the conditions which arise at the time,.

Similarly, in peacetime, DoD airlift requirements will depend upon

the size and location of our military forces, particularly those located
overseas, and upon the nature of the supply system supporting these
forces. Peacetime requirements will also depend, to a significant
degree, upon the nature and extent of our training and exercise require-
ments considered necessary to maintain wartime readiness for the use
of our military airlift. All of these factors can, and do, change
significantly from year to year.



As a result of these considerations, any attempt to estimate DOD's
air transportation requirements for several years into the future,
as you have suggested, must be recognized as incorporating uncer-
tainties which can completely alter the figures with the passage of
time.

For more detailed information as to the day-to-day relationship
between the Military Airlift Command and the air carriers under
contract to it, you may wish to have your staff review the record of
the Hearings this year before the Subcommittee on Military Airlift
of the Committee on Armed Services, House of Representatives, and
the Report of that Subcommittee issued on June 24, 1970.

I hope that this information will be helpful to you.
Sincerely,
signed
PAUL H, RILEY

Deputy Assistant Secretary
(Supply, Maintenance & Services)



Do) Responses to Questions in
Department of Transportation Letter
Dated July 13, 1970

4 ]

1, Question: For FY 1971 through 1979, by years, what are the projected
total tons and passcngers of MAC airlift requirements and what percentage

of the total tons and passengers, by ycars, is planned to be carried by MAC's
organic flect and how much is planned to be carried by CRAF participants?
What are DoD's criteria with respect to the determination as to whether an
airlift movement requirement is handled by MAC contract aircr aﬁ or by MAC
organic aircraft?

DoD Comments: It would be well to respond to the second sentence of this
question first since our long established policy provides the criteria for
" commercial augmentation of MAC organic aircraft, Our basic policy requires
that DoD transportation resources be so organized and managed as to assure
optimum responsiveness, efficiency, and economy in support of the Defense
mission, Further, that there shall be maintained and operated in pcacetime,
sufficient DoD-owned transportation resources to meet approved DoD emer-
-gency and wartime requirements, having due regard for available commercial
transportation. These transportalion resources are used in peacetime to
provide essential training for operational personnel and for logistic necds as
appropriate to assure military cficctiveness in support of National Defense
policies. The military capability generated thercby is utilized in the most
efficient and effective manncr possible, Since the military aircrait are
designed primarily to transport cargo and troops, their usc for this typc of
traffic is most appropriate, while commercial air carriers under contract
to DoD concentrate on general passcnger fand mail) tranbpmtatmn.

Based upon current budget projections, the following is a summary of planned
expenditures by MAC for commercial augmentation durmg the current and
ensuing fiscal ycars:

In Millions of Dollars
Fiscal Years

———1
1971
Passengers 335,5
] Cargo 40,3
Mail , 106, 8 —
.. Total © 482.6
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The size of the comnercial augmentation™ 7 - —— J will

depcnd on the size and location of U.S. forces stationed oversecas. ‘lhe 2ir
carricr contracts in these years arc expected to cover almost all of the
passcnger and mail transportation for DoD and some small amount of cargo
transportation particularly in mixed com «'furatlcm fhﬂllts. ;

o . f e - LS
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Since 1960 Department of Defense airlift policies have had four fundamental
goals which interrelate peacetime and wartime reqmrcmcnts for commmercial
augmentation: '

1. To encourage U. S. air carriers to procure the kinds of modern
turbine-powercd cargo and’ convertible alrcraft best suited to provide nccded
lcontmgency support;

2, To assure that ¢ven in periods of high requirements, DoD can
continue to obtain commercial augimentation at minimum fair and reasonable
rates; : ‘

3. To provide for incremental increases in commerc1a1 augmentation
in limited emecrgencies; and

4. To provide for availability of the full CRAF under more demanding
emergency conditions,

In recent years DoD has achieved both the contractual and the personal
relationships by including contiﬁge-.n,c.y operating provisions in annual pcace-
time contracts. For the past several years every one of the CRAF carriers
has agreecd to enter into this kind of peacetime "fixed buy' or 'call' contract,
and thus the cntire allocated Civil Re<erve Air Flect has becn contractually
committed to DoD.

If the Department of Defense had not had the pre- existing contractual arrange-
ments, in all probability the amount of coimmercial augmentation which was
made available to support Southeast Asian activities could not have been
obtained without some formszl emergency action by the Government, Conse-
quently, notwithstanding the peacetirne capzbilities of the military airlift {leet,
the Department of Defense must continue to have peacetime contrzcts with most,
if not 211, of the CRAF air carriers in order to maintain the necessa
ccontinuing contractual and working relationships.

»
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For CRAF to respond promptly and cffectively in an emergency -- with aircraft
and with the management personnel, ground crews, and flight crews necessary
to operate those aircraft -- the Military Airlift Command (MAC) needs to have
appropriate contractual arrangements in advance with the CRAF air carriers.
"In addition, the Department of Defense considers that the airline response to

a contingency situation will probably be most rapid and effective if the airline
people and the MAC people have had experience in working together on a day-
to-day basis in the period preceding the contingency.

The DoD has the following\‘two basic objectives in carrying out Department of
Defense airlift activities during peacetime periods.

1. To maintain both the military airlift force and the comumercial
augmentation force in a state of readiness to respond promptly when needed;
and ’

2. To avoid any unnccessary expenditures in meeting DoD peacetime
airlift nceds. . ‘
In order to surge quickly to the planned contingency utilization rate which the
Depar tment of Defense contemplates for both military and commercial augment-
ation aircraft, those aircraft, and the persornel operating and maintaining them,
must be performing at a substantial utilization rate in pcacetime immediately
prior to thc contingency., This is necessary both to give the military and
civilian pursonnel the necessary experience and training to enable effective
wartime operation, and to provide a substantial flying hour performance basc
from which the surge and utilization rate can take place. It is hoped that the
CRAT aircraft can continue to obtain a significant part of this needed peacetime
utilization from their commercial, non-defense air transport business.
MAC personnel whom we must have trained and ready to meet our planned
wartime aircraft utilization rates will use the MAC military aircraft at the
rate established to maintain essential “trzining during peacetime. As indicated
in our comments above, the capability generated by military aircraft will be
used productively if the costs to the taxpayers and this department are to be
minimized. :

When the Department of Defense began the present interrelationship of peace-
time and wartime requirements for cornmercial augmentation airlift, under

the 1960 Presidentially Approved Courscs of Action, the military airlift fleet was
composcd in large part of aircraft quite similar in operating characteristics to
the then existing CRAF, Plans for wartime airlift envisaged the use of both
military aircraft and CRAF aircralt interchangeably, with both types operating
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into large fields suitable for all types of aircraft -- and unfortunately
moving only the people and light armament of our combat units, The
heavy fire-power and other major equipment was to come along later by
sea -- unless it was already available in the destination area through
prepositioning. In contrast, today's military transport aircraft are
uniquely configured to our military needs, able to transport combat units
with full fire-power directly to where they are really nceded, even if
only a second-rate airfield, completely lacking ground handling equipment
is available. At the same time, the airlines, striving for grecater economies
in meeting the needs of the general public, have moved to larger faster
- aircraft increasingly dependent upon major airports with extensive ground
handling equipment, ' :

"In view of this somewhat diverging trend, the role now developing for CRAF
'.'is to replace the MAC aircraft which have been diverted from their regular
logistics operations and only secondly to augment the military airlift force, ‘
‘if operationally necessary and feasible, by moving troops and resupply cargo
to contingency areas, or to enroute bases near contingency areas, '

-~
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A continuing contractual relationship between MAC and the CRAF carriers

in pcacetime is considered to be the most appropriate -- indeed a necessary --
.way to maintain the clear mutual understandings and the day-to-day cooperative
operating expericnce to assure that the airlines are able, as well as willing,

to respond as rapidly as the Department of Defense will need them in a major
contingency.

2. Question : Can the projected wartime requirements for military airlift

be met solely by MAC's organic fleet and Civil Reserve Air Fleet? How much

of the military airlift requirements in wartime will be in support of combat
‘needs and how much will be in support of other essential purposes not directly
,\related to combat operations?

~.
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DoD Comments: The greatest anticipated DoD need for airlift will be
during contingency periods when the rapid deployment of military forces
. ...by air is necessary. To meet these peak needs the Department of Defense
relies on three basic elements to make up the total defense airlift force,
the active military airlift force, the reserve military airlift force, and the
Civil Reserve Air Fleet (CRAF). All three of these elements are essential
to total military airlift planning, and all three elements will continue to be
essential in the future.  DoD contingency plans involving the use of airlift
are necessarily based on the amount and nature of the capacity available,
CRAF requirements will be changed only if more capacity becomes avail-
able and if DoD determines that such capacity could be used effectively.
Since the limiting factor on airlift capacity continues to be intercontinental
cargo capacity, every intcrcontinental jet convertible or cargo aircraft now
"on order by the U, S, carriers will be requested by DoD to be added to the
" GRAF., Currently the Department of Defense has 200 intercontinental jet
‘cargo aircraft allocated to CRAF. By 1975 the Dcpartment of Defense anti-
_cipates that cargo aircraft roughly the equivalent of 250 standard DC-8/B-707
aircraft will be available to, and allocated to, CRAF. Looking still further
to the future DoD has considered the likelihood of a CRAF intercontinental
o .._cargo fleet equal to 290 standard DC-8/B707's, ~By the time that many air-
wcraft are available, however, the Department of Defense plans for using them
may well have evolved to a point where still more capacity could be used
—ecffectively, We do not know how long the civil cargo capacity can continue
its steady growth before the Department of Defense will reach a point where
it concludes that not all of the available intercontinental jet cargo capacity is
needed for national defense purposes.

In contrast, there is an cxcess capability to meet DoD wartimej passenger .

- airlift requirements, Therefore, the Department of Defense can tailor the
CRAF passenger fleet to a desirable mix of wide-bodied, stretched and
standard jets to give us the flexibility to transport smaller loads and use
airfields which do not have the ground support equipment for wide-bodied
aircraft, For the foresceable future, MAC expects to maintain about half
of the CRAF passenger airlift capability in the smaller jets, For example,
42 B-747 passenger aircraft can satisfy 55% of the DoD passenger airlift
requiremcnt. This is less than one-half of the overwater capable B-747's
owned or on order by the U, S. air carriers,

3. Question: Is thereafloor in the amount of international and domestic

MAC {raffic which will be extended to CRAF participants below which DoD
"does not plan to go? What is the floor shown scparately for mLernatzonal

and domestic traffic?
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DoD Comments: Estimated .Departmc.nt of Defense requirements to be air-
liftcd worldwide in the MAC system durmg fiscal years 1971 and 1972 are as
follows:

s Y

FY 1971 ' Passengers Cargo
(Millions) (000's S/T)
Outbound 1,252 , 355.4
Inbound - 1.434 ' 228.4
Total . 2.686 583, 8

-
-~

\- yomarin. ’ | ——.
Because of the configurations of the aircraft involved, essentially all of the

DoD regular channel passenger business will continue to be placed with the
air carriers. The air carriers in the CRAF program all own, or control,
passenger or convertible aircraft so that the mobilization base relationship
betwecen the carriers and MAC can be maintained with passenger business.

Experience has indicated that, at least during periods when the MAC flect
is engaged in extensive exercise activities, some peacetime cargo business
will be placed with the air carricrs in addition to the passenger business.

In addition to such international cargo business, the Department of Defense
-anticipates that the CONUS LOGAIR and QUICKTRANS business will continuc
to be placed with contract carriers, Durmg FY 1971 the fixed huv for 1.OG-
AIR 15 B 346 Miccion sird PUICK TRANS :.o AMietion. | \? ’

) .\ |Basedon
{hese considerations, DoD cormtcﬁ{iﬁates that the amount of business placcd
with the MAC mobilization base air carriers will substantially exceed any
"floor'" which might be justified on the basis of assured requ1rements throug®
the 1970'

.fl. Queshon‘ New gencration wide-bodied civil aircraft will sxgmfmanu
increase the national airlift capability., What effect will this increased civ

airlift capability have on DoD's peacetime utilization of MAC's organic flect
~. .
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and CRAF participant aircraft? What will be DoD's operational policy

for the C-5A's with respect to pcacetime airlift? What impact will this

_ _.__. _policy have on the pea.c'etime allocation of military airlift traffic to CRAF

participants? , g
DoD Comments: All of the wide-bodied aircraft which have been delivered

to the airlines to date, and most of the additional wide-bodied aircraft on order,
are passenger aircraft. They increase a passenger capacity which is already
well in excess of DoD's CRAF needs, Further, these wide-bodied aircraft,
including the few cargo and convertible aircraft on order, require extensive
special ground handling equipment currently available at very few airfields.,
Consequently, there is no sufficient basis, as yet, for expecting a substantial
further effect on CRAF or on MAC's annual procurements. The C-5A is
‘unique in its ability to carry items outsize to other aircraft, and will be

+used predominantly for that purpose.

5. Question: If thereisa significant decline in DoD's peacetime utilization
‘of CRAF participant aircraft, what changes or additional incentives should

be planned in order to assure the availability of civil aircraft in sufficient
numbers_to meet military wartime requirements? _ In addition to administrative
actions which can or may be instituted, what new legislation or changes to
existing legislation should be considered? o

DoD Comments: DoD was able to maintain its mobilization base program

for airlift throughout the early 1960's when the total procurement was less

than $200 million per year. It would be premature to assume that DoD's normal
peacctime utilization of the air carriers in the 1970's will not suffice to main-
tain the needed mobilization base. * DoD does not contemplate recommending

at this time, any changes to the statutes upon which the airlift mobilization

base program is maintained, '







